
STOP 



Early Journal Content on JSTOR, Free to Anyone in the World 

This article is one of nearly 500,000 scholarly works digitized and made freely available to everyone in 
the world byJSTOR. 

Known as the Early Journal Content, this set of works include research articles, news, letters, and other 
writings published in more than 200 of the oldest leading academic journals. The works date from the 
mid-seventeenth to the early twentieth centuries. 

We encourage people to read and share the Early Journal Content openly and to tell others that this 
resource exists. People may post this content online or redistribute in any way for non-commercial 
purposes. 

Read more about Early Journal Content at http://about.istor.org/participate-istor/individuals/early- 
journal-content . 



JSTOR is a digital library of academic journals, books, and primary source objects. JSTOR helps people 
discover, use, and build upon a wide range of content through a powerful research and teaching 
platform, and preserves this content for future generations. JSTOR is part of ITHAKA, a not-for-profit 
organization that also includes Ithaka S+R and Portico. For more information about JSTOR, please 
contact support@jstor.org. 



1859.3 271 

On the FiiTANOiAii Peospects of Beitish Eailwats. 
J5y Samtjel Beown, F.E.G.S. and F.S.S. 

[Read before Section (F), Economic Science and Statistics, at the Meeting of tlio 
British Association, at Leeds, September, 3868.] 



PAGE 

I. Introduction 271 

II. Railway Progress to end of 

1857 272 

III. Reduction of Interest on 
Loans and Preference Share 



CONTENTS! 

PAOE 
IV. Reduction of Worlcing Ex- 
penses 280 

V. Increase of TrafBc Receipts 282 

VI. Cessation of Competition .... 292 



Capital 277 VIL Conclusion 294 

I. — Introdtiction . 
Considerable attention has lately been drawn to the very low rate 
of profit obtained by investments in the Original Shares of most of 
the G-reat Eaihvays of tliis Country. Considering the vast benefits 
which have been conferred upon the Community by the extension of 
the Eailway System — the facilities of locomotion — the development 
of Commerce — the rapidity of postal communication — the diminution 
of the cost of all articles of trade and consumption so far as it 
depends upon the expense of carriage — and the numberless other 
advantages which have accrued to the public from the Capital sunk 
therein, it seems peculiarly hard that the Original Investors should 
reap so little of the fruits of their energy and enterprise, and that 
all other classes should gain so much. An enquiry into the principal 
causes which may be supposed to have contributed to such fatal 
results may lead to suggestions for improvement in the future, and 
a discussion on the subject qannot be out of place in a Congress 
comprising so many men of scientific attainments or practical 
experience. 

It may be argued that Eailway Shareholders themselves are the 
proper parties to make the investigation, and that the public may 
rest satisfied with the benefits evidently acquired at their cost. But 
this would be taking a very narrow view of the subject. The public 
have a greater interest in the discussion being conducted on broad 
and open principles than may at first sight appear. The Share- 
holders in particular Eailways would not unnaturally be actuated 
with a view to the profits of their own concern modified only by the 
interests which they might hold simultaneously in other Eiiilvvays, 
and we have already seen enough of the jealousies, the quarrels, and 
the dangerous or ruinous competition which have so long existed, or 
80 frequently been excited between rival Companies not to fear that 
there would be little chance of a calm and candid discussion of the 
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question being undertaken at all, if we are to wait till full harmony- 
is re-established, and a general combination of such rival interests 
satisfactorily adjusted. In the meantime a vast fund of nearly 
400 Millions Sterling, which under judicious regulations might 
become a safe and valuable mode of investment, is left liable to 
fluctuations, which render it, as we shall see hereafter, one of the 
most changeable and precarious of any for the employment of capital. 
Nor is it unworthy of remark that if only those who are directly 
interested in increasing the profits agree to a cessation of mutual 
hostilities, and combine to better their condition, it may be that those 
suggestions, which would benefit alike the Shareholders and the 
public, would be overlooked, and more prominence given to those 
which would improve the position of the former without due regard 
to the interests of the latter. 

II. — JRailway Progress to Mnd of 1857 . 

A brief summary of the leading facts, showing the extension and 
present position of the Eailway System of this Country, is necessary 
to understand fully the Causes of its present very unsatisfactory 
Financial State ; and as my object is not to criticise the manage- 
ment, or expose the failures or weakness of any particular Company, 
I shall confine myself principally to a Summary of the facts given 
in the very able Eeports presented by Captain Galton to the Board 
of Trade on the proceedings of his Department — relating to 
Railways. 

Some very important Statistics have been collected and published 
at difierent times in the Eailway Journals, but it may be reasonably 
supposed that the most complete Statements are those given in the 
above Eeports. Independent of the authority on which they rest, 
the minute analysis and elaborate comparisons which are there 
recorded of the totals in each Class of Facts with those of preceding 
years deserve the highest praise, and the ability with which the 
Eeports are drawn up cannot but be universally admitted. 

It appears, then, from the last Report, that in the Session of 
1857 the number of Bailway Bills brought before Parliament was 
130, for 1,470 miles of Eailway. Only 82 passed, of which 53 
authorized the Construction of 663 miles, viz., 344 in England and 
"Wales, being chiefly extensions or branches of lines already 
authorized, 169 in Scotland, and about 150 in Ireland ; the Money 
to be raised for this purpose was 10,346,413Z. 

Miles. 
The total Length of Line authorized by Parliament down"! ,c ooi 

to the end of 1857 was / "'***** 

Abandoned by Subsequent Acts or by warrants under! , ... 

authority of a general Act passed in 1847 J ' 

13,827 
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Open on 
3l3t Deer., 1857. 


Authorized, 
but not opened. 


Total. 


Kngland and Wales 


MUea. 
6,706 
1,243 
1,070 


Miles. 

3,307 
573 
928 


MUes. 
10,013 




1,816 




1,998 






Open for Passenger Traffic 1 
belonging to private Indi- ■ 
viduals or Companies J 

Only used for Mineral Traffic... 


9,019 
36 
61 


4,808 


13,827 




9,116 




.... 



Out of the 4,808 miles Unopened, for 2,356 miles the powers 
for compulsory purchase of land and completion of the works have 
expired ; and for 234 of the remainder the powers for compulsory 
purchase of the land have been allowed to expire, giving a total of 
2,690 miles which it is not prohable will be made. 

£ 
The total amount of Money authorized to be raised by Shares and "1 gg- qj. .,. 

Loans up to the end of 1857 was .,. J ' 

Of which there had been raised at that date 314,989,826 

Leaving amount to be raised 72,061,909 

Of the 8,718 Miles open on the 31st December, 1856, 



In England 

„ Scotland 

„ Ireland 

Total, 



Narrow 
Gauge. 



Miles. 
5,776 

1,269 

8 



7,053 



Broad 
Gauge. 



Miles. 

740 



740 



Mixed 
Gauge. 



Miles. 
261 



261 



Irish 
Gauge. 



1,062 



1,062 



Total. 



Miles. 
6,777 

1,269 

1,070 



9,116 



Of which were Single Lines : — 

Miles. 

In England 1,715 

„ Scotland 409 

„ Ireland 651 

Total 2,775 

The length of new Lines reported to be in the Course of Gon- 
struetion on the 30th June, 1857, was 1,004 miles, on which 44,087 
persons were employed, or an average of 48*86 per mile. The money 
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raised by Shares and Loans in that year amounted to 6,213,932?., 
and 398 miles of railway were opened during the year. 

The highest average number of persons employed was in 1849, 
when 103,816 were employed on 1,504 miles, or 69 per mile ; 
29,574,7 19Z. was raised by Shares and Loans and 869 miles were 
opened. 

The average number of persons employed per mile has diminished 
gradually from 55-36 in 1853, to 37-87 in 1856, but in 1857 the 
average is again raised to 43-86, nearly the same as in 1855. Since 
1849 the average amount raised per Annum was 10,618,768?. 

On 30th June, 1857, there were 8,942 miles open for traffic, and 
the number of persons employed thereon was 109,660 or 12-36 per 
mile. 

The average number of persons employed per Mile Opened was 
lowest in 1851, 949, and highest (nearly the same as 1857) in 1848, 
12-3 per mile. 

The average number of Stations per mile was lowest in 1854, viz., 
•30, or 3 in every 10 miles ; and the highest in 1857, viz., '35 per 
mile, or 7 in every 2 miles, there being 3,121 Stations for 8,942 
miles. 

In the Appendix to the Eeport is given the Class of persons 
employed every year since 1848 ; and the proportion of each for 
1857 stands thus : — 



Secretaries or Mana- \ 
gers J" 

Treasurers 

Engineers 

Superintendents 

Storekeepers 

Accountants or "1 
Cashiers J 

Inspectors or Time- 1 
keepers J 

Station Masters 

Ticket Collectors 

Draughtsmen 

Clerks 

Foremen 

Engine Drivers ._ 

Assistant Engine I 
Drivers or Fore- V 
men J 



Number. 


Average 
per Mile. 


221 


•024 


26 


•003 


150 


•017 


398 


•044 


198 


•022 


201 


•022 


997 


•111 


2,471 


•276 


404 


•045 


156 


•017 


8,712 


•974 


1,335 


•149 


3,563 


•398 


3,644 


•407 



Guards or Breaks- T 
men J 

Artificers 

Switchmen 

Gatekeepers 

Policemen or ") 
Watchmen J 

Porters or Meg- "I 
sengers J 

Platelayers 

Labourers 

Miscellaneous I 
Employment .... J 

Total 



Number. 



3,716 

21,337 
3,263 
1,998 

2,349 

17,091 

8,260 
26,285 

2,885 



109,660 



Average 
per Mile. 



•415 

2-386 
•364 
•223 

•262 

1-911 

•923 
2-948 

•322 



12-263 



The total number of Passengers conveyed gradually rises from 
1849 to 1857. 
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(A.)- 


-Passenger and Goods Traffic, 1849-57. 






Year. 


Passengers. 


Passen- 
ger per 
Miles. 


Miles 
Opened. 


Total 

Eeceipts 

from 

Passengers. 


Receipts 
per 
MUe. 


Total 

Receipts 

from 

Goods. 


Receipts 
per 
Mile. 


Total 

Receipts 

from Goods 

and 
Passengers. 


Receipts 
Per 
Mile. 


In 1819 ... 
„ 1856 .. 
„ 1857 ... 


No. 
63,841,639 

139,347,693 

1.39,008,888 


No. 
11,443 

16,313 

15,598 


No. 
6,580 

8,520 

8,901 


£ 
6,377,893 

10.153,745 

10.693,798 


& 
1.135 

1,194 

1.191 


£ 
5.538,608 

13,011,748 

13,581,813 


£ 
990 

1,630 

1,624 


£ 
11,806,498 

23,165,493 

21,174,610 


£ 
2,1 IS 

3,724 

2,715 



Showing an increase per <*nt. in 1857 over 1849 of 59"69 in 
miles opened, 117-74 in number of Passengers carried, 68'73 in 
receipts from Passengers, 145*66 in receipts from goods carried, and 
104-75 in total of both. 

(^^.)— Total Revenue, 1856-7. 





1856. 


Per MUe. 


1857. 


Per MUe. 


Total Receipts from all Sources \ 
in England and Wales J 

Scotland , .. 


£ 
19,728,311 

2,319,217 
1,117,965 


£ 

3.120 

I,02Z 
1,091 


£ 
20,527,748 

2,501,478 
1,145,384 


£ 

3. 105 

2,040 
i.o*/6 


Ireland 






Total 


23,165,493 


ii724 


24,174,610 


2.715 





The total amount of Capital raised for the construction of 
Kailways on 31st December, 1857, was 314,989,626^., averaging 
34,950Z. per mile opened, (viz., England and Wales 39,275Z. per 
mile, Scotland 28,225/. per mile, Ireland 15,664Z. per mile). The 
Lines reported to be in course Of construction are about one-ninth of 
the whole length completed and under Construction, and some 
portion of the cost belongs to these Lines. Becently, however, the 
average cost of construction has much diminished. The independent 
lines for Which Acts of Parliament have been obtained since 1848 
average only in cost 11,823?. per mile, viz., 14,559Z. in England, 
7,243Z. in Scotland, and 7,303Z. in Lreland. 

The following Table shows the amount of Capital raised in each 
year since 1849, the proportion of Debenture and Share Capital, and 
the average rate of interest on each. 
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(C.) — Interest, Dividends, and Capital, 1849-67. 



To 
SIst 


Total Kaised 

by 
Shares and 


Average Interest, 


Capital. 


Percentage 

of 

GrossBeeeipts 

to Capital 

and Loans 

after 
Deducting 
Expenses. 


Average 
Interest 

on 

Preference 

Capital 

and 
loans. 


Average 
Rate of 


On 

Loans, 


On 
Prif. 
Shares 


Percentage Proportions. 


Dividends 
on 


Dect. 


Orfl. 


Pref. 


Loan. 


Both. 


Total. 


Ordinary 
Capital. 




£ 


Per ct. 


Per ct. 


P.ct. 


P.ct. 


P.ct. 


P.ct. 


Per ct. 


Per cent. 


Per cent. 


Per cent. 


1849.... 


229,747,778 


4-6? 


5-63 


69 


9 


22 


31 


100 


2-83 


4"94 


1-88 


1850.... 


240,270,745 


4*6o 


5-61 


63 


14 


23 


37 


100 


302 


5- 


1-83 


1851.... 


248,240,896 


4"£4 


5-26 


63 


14 


23 


37 


100 


3-32 


4" 79 


2-44 


1852.... 


264,165,672 


4-i8 


5-21 


62 


14 


24 


38 


100 


3-27 


4-63 


2-40 


1853.... 


273,324,514 


4" 14 


5- 


61 


15 


24 


39 


100 


3-63 


4*50 


305 


1854.... 


286,068,794 


4-27 


501 


58 


17 


25 


42 


100 


3-38 


4-58 


3-39 


1855.... 


297,583,284 


4"35 


4-92 


57 


18 


25 


43 


100 


3-76 


4* 60 


3-12 


1856.... 


308,775,894 


4-66 


4-78 


57 


18 


25 


43 


100 


3-97 


4"7i 


3-40 


1857.... 


314,989,826 


4-52 


4-86 


57 


18 


25 


43 


100 


4-06 


4-67 


3-60 



In 1857 the Preference and Loan Capital was 43 per cent, of the 
whole. The Interest was 4-67 per cent., thus reducing the Interest 
of Share Capital from above 4 to 3*60 per cent. The receipts have 
increased steadily, but the large amount of Preference Capital keeps 
down the Dividends on Ordinary Shares. 

In 1857, 139,008,888 persons were carried, of whom 236 were 
killed and 738 injured ; but of Passengers, only 48 were killed and 
646 injured, and of these only 18 were killed and 453 injared from 
causes beyond their own control in every 100,000,000 persons who 
travelled; though this is considerably beyond the proportion of 
preceding years. 

In addition to the facts given above in Captain Galton's reports, 
a Parliamentary Document has recently appeared (431/57-8), being 
a return ordered to be printed on the 14th July on the motion of 
Mr. Lowe, showing that the total amount of Capital and Loans for 
Eailways authorized by Acts of Parliament previous to the 31st 
December, 1857, was 387,05 1, 735Z., of which it appears by Captain 
Galton's last Eeport that 314,989,826?. had been raised to that date, 
leaving 72,061,909/. still to be raised. The proportions of the 
Ordinary and Preference Share Capital and Loans at the close of 
1857, with the interest or Dividends thereon in the year, stood as 
follows : — 
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Capital Raised. 


Dividends 

or Interest in 

3867. 


Per Cent. 


Ordinary Share 


£ 
178,567,935 

58,061,655 

78,360,236 


£ 
6,438,088 

2,826,005 

3,548,451 


3-605 




4-867 




4-528 






Total 


314,989,826 


12,812,544 


4-068 







III. — Bedtiction of Interest on Loans and Preference Share Capital. 

On examination of the facts above reported, one of the most 
important considerations is the relative amount of Loans, Preference 
and Ordinary Share Capital It is evident, that whatever the state 
of the money market, the lowest rate of Interest for the time will 
always be upon those instruments which afford the largest margin 
for the certain payment of the Interest and the repayment of the 
principal at the periods agreed on. Even on landed and house 
property, of which the average rental varies little from year to year, 
a higher rate of interest for Loans would be demanded by Capitalists 
who may be willing to lend so near the full value as to leave but a 
small margin to secure the punctual payment of their Interest. 
Much more is this likely to be the case when the annual income of 
the security offered depends upon the fluctuating proiits of internal 
trade, or the foreign commercial prosperity of the country, and on 
the surplus income which the mass of the population may have to 
devote to travelling excursions for pleasure or health. "We observe, 
then, that of the 314,989,826?. which was the total amount of money 
raised up to the end of 1857 for the construction of Eailways, 
78,360,236Z., or 25 per cent., formed, in the shape of Loans, a first 
charge on the profits of the Companies. The total profits from all 
Railways in 1857 appear to have been 12,812,544Z., and the Interest 
upon Debentures and Loans 3,548,451?. ; thus leaving a margin of 
9,264,093?., or 72-3 per cent, of net profits to secure the punctual 
payment of this Interest. 

Under such circumstances what can be the cause that the 
average rate of interest on Loans so secured should be as high as 
4-52 per cent, in 1857, and that in the most favourable year, 1853, it 
never fell below, on an average, 4*14 per cent.? What again could be 
the cause that the rate of interest on these securities has gone on 
increasing in successive years till 1856, though the rate of interest 
on ordinary Share Capital had rather increased than diminished? 
In 1857, it is true, the rate of interest on this class of securities fell 
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to 4'52 per cent., but the rate of diyidend on Ordinary Share Capital 
had increased to 36 per cent. Looking at the very large surplus 
which remains, and the ample security thereby afforded for punctual 
payment of the Interest, there seems no reason to doubt that such 
Loans should be considered nearly equal to Government Securities. 
TJniess some new system of locomotion could be devised with which 
the existing Railways were unable to compete, either in facilities or 
in economy of working — ^unless the ruin was so complete that more 
than 9i?. millions per annum out of 12^%?. millions — the present profits 
— should be entirely swept away, the rate of interest charged upon 
these Loans could be duly paid. There are few investments in land 
or house property which afford such ample guarantee for payment of 
interest. 

It may be contended, Jiowever, that if the Directors of Companies 
should, under any circumstances, decline the payment of interest, the 
remedies would be very difiScult to enforce, and the realization of the 
Loan almost impossible. To this it may be answered, that as the 
probity of the country on which the punctual payment of the interest 
of the National Debt depends is represented by Parliament, so the 
honesty of that large portion of the public who are Investors in 
Hallways is represented by the Directors they select to manage their 
affairs. Any repudiation of 'bona fide engagements would not merely 
tend to the disgrace of a Board, but would, in a financial point of 
view, be the ruin of the Company itself. The immense amount of 
Loans which have been raised, paid off, and renewed, since the 
formation of the Railway System is the best evidence to the public 
of the faithfulness with which such engagements have been and will 
be kept. When a Company's good faith is known and trusted, short 
Loans can always be paid off by raising new Loans at the current 
price of the day. Such Loans are usually agreed upon for a fixed 
period, and the amount of surplus capital of the country annually 
seeking investment, would be as readily deposited therein as in the 
public fxmds, provided parties were satisfied that they could as easily 
transfer or obtain temporary advances thereon if needed. 

A suggestion has been made, and has recently been adverted to 
at the General Meeting of one of the Scotch Railway Companies, 
that all such Bonds and Obligations should be vasA'b payMe to hearer, 
and transmissible from band to hand, without expense or trouble. 
It was remarked that the Stamp Laws already gave such a power by 
the payment of four times the Stamp Duty charged on an Ordinary 
Bond. By such an arrangement with the Commissioners of Stamps, 
these Bonds would afford facilities /or temporary Investments, 
bearing a fixed rate of Interest, and which, like Exchequer Bills, 
would be frequently resorted to by the public whilst waiting or 
looking out for a permanent employment of their spare capital, 
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The suggestion is well worthy of notice. The effect would be, no 
doubt, to diminisb considerably the rate of interest at which such 
advances are made. As confidence became fully established, the 
security more generally known, and the large margin of income 
guaranteeing the payment of interest better understood, this class 
of Loans would probably not differ much in value, nor fluctuate much 
more in market price, than the Public Funds. A difference of half 
per cent. Interest on the existing Loans of 78/. millions would amount 
to 390,000/. per annum, — no mean advantage to the Ordinary Share- 
holders. 

The next serious question is that of Preference Shares. In 
Captain Galton's Eeport, the amount of Preference Capital at the 
end of 1857 is given as 58,061,655/. the average Interest on which 
was stated at 2,826,005/., or 4!'867 per cent., whilst on the Ordinary 
Share Capital at the same period, of 178,587,935/, only 6,438,088/. 
was available for Dividends, or 3"605 per cent. 

It is evident that Preference Shares coming after Debentures 
cannot be expected to be taken up by the public except at a higher 
rate of interest. Accordingly, in the last and most favourable period, 
where Debenture Capital pays only 4-528 per cent, the Preference 
Share Capital has to be raised at the cost of 4*867 per cent. Tet 
the amount of 58,061,655/. does not form a fourth part of the total 
Share Capital, and the Interest due thereon, 2,826,005/., secured 
upon an Income of 9,264,093/., leaves a margin of 6,438,088/. as 
guarantee for its punctual payment. If there were no Preference 
Shareholders, but all shared alike, the average dividend would be 
3'914 per cent. Considering that the Ordinary Shareholders must 
always be liable to the fluctuations of commerce, — that depression of 
business, increase of expenses, unexpected accident, or any of the 
other incident of their trade, which the most careful foresight could 
not provide against, must first strike them, — it would seem but just 
that the margin of their average profits should be greater than that 
of the Preference Shareholders to place them in relatively as favour- 
able a position. "Whereas in many years they have not exceeded 
half, and in no case got beyond three-fourths, of the rate of Dividend 
accorded to Preference Shareholders. 

The truth is, that the raising of Money, either by Debentures or 
by Preference Shares, is a false system, and always acts prejudicially 
to the Ordinary Shareholders, imless their annual dividends amount 
to at least the same rate per cent, on their Capital as they have to 
give on Debentures or Preference Shares. Thus, if they are not 
earning 4 per cent, it would clearly be a loss to them to have 
borrowed on Debentures at 4 per cent., and still worse, if at the same 
time they had issued Preference Shares on which they were paying 
5 per cent. The only way in wticli the Ordinary Shareholder could 
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obtain his due share of the profits of the Railway would be to hold 
his share of each Stock in the exact proportions which they bear to 
the whole Capital paid up. To take an example from Captain 
Galton's Keport for the year 1857, in which the Ordinary Capital of 
all Railways is represented as 57 — the Preference Capital 18 — and 
Debenture Capital 25 per cent, of the whole ; the first bearing 3'60 
per cent., the second 4'86 per cent., and the last 4 "52 per cent. : if 
the Shareholder held lOOZ. in these proportions his average Income 
would be about 4'06 per cent., which is just the proportion that 
12,812,544?., the total profits for 1857 bears to 814,989,826?., the 
whole Capital (Loan and Share) invested. 

On the other hand, if the Ordinary Shareholder is obtaining a 
higher dividend than the rate at which Preference Capital can be 
borrowed, it is to his advantage to borrow it, securing for an addition 
to Lis Dividends any difierence in the rate of Interest below the rate 
of Dividend. It is probable, that if this rule were strictly carried 
out, a much larger amount than the present Debenture and Prefer- 
ence Capital combined could be borrowed at much lower rates than 
the Debenture Capital alone on the system now pursued. The whole 
charge for 1857 would be but 186,421,891?., and the Interest, if such 
Loans could be obtained at 4 per cent., would be but 5,456,876?., 
secured upon an Income of 12,812,544?., the present net profits 
of our Railways. The saving effected in favour of the Ordinary 
Shareholder would be no less than 917,580?. per annum. 

IV. — Beduction of WorMng Bxpemes. 

Whatever may be the amount of benefit to the Ordinary Share- 
holders resulting from the reduction of interest on Loans, it seems 
agreed on all hands that a considerable saving may yet be effected in 
the Working JSxpenses of Railways. 

The "Working Expenses of all the Lines of Railways in the 
United Kingdom averaged only 45 per cent, of the Total Receipts 
from 1849 to 1854, but in 1855 the proportion rose to 48 per cent., 
and in 1856 and 1857 was still as high as 47 per cent. The addition, 
however, of the average of the 3 per cent, in 1855 charged on the 
entire receipts for the year took away no less than 645,228?. from 
the Dividends of Ordinary Shareholders, and the 2 per cent, addition 
in 1857 deprived them of more than 483,492?. of their profits. 
Perhaps, on a careful examination of the causes of this increase, it 
might appear judicious and inevitable ; but as the receipts from 
trafiSc steadily increased, and yet the expenses increased in a greater 
ratio, it is well worthy of a close investigation whether the rise was 
necessary and exceptional for the first development of new traflBc, or 
whether it arose from want of vigilance of those who directed, or 
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want of skill on the part of the Officers entrusted with the expen- 
diture. 

This revision appears, iiowever, to hare commenced, for the 
proportion of working Expenses in 1857 to total receipts diminished 
in England, being 48 per cent, in 1857 compared with 49 per cent. 
in 1856 ; in Scotland it decreased 3 per cent. — from 44 in 1857 com- 
pared with 47 per cent, in 1856; and in Ireland it also decreased, 
being 38 per cent, in 1857 compared with 39 per cent, in 1856. It 
may also be remarked that the percentages in Scotland and Ireland are 
less than in 1855. It is probable that the smaller rate of diminution 
of expenditure in England and Wales, as compared with Scotland, 
may have arisen from a judicious and temporary outlay for the 
extension of some new branches of traffic, and if the latter be perma- 
nent and the former only an exceptional charge, the Shareholders 
will have no reason in the end to regret the difference. Eor some 
Ea,ilways no returns are given of the expenditure, and in others, in 
consequence of the Forms being different, it was necessary to be 
content with approximations only ; but the Expenses ascertained on 
Railways in the United Kingdom, of which the Total receipts were 
23,821,646?., amounted to 11,240,239Z., and were thus subdivided :— 



1857. 



Actual Charges. 



Per Cent. 



Maintenance of Way 

Locomotive Expenses, including repairs of rolling T 

stock J 

Traffic Charges 

Miscellaneous Charges, including police, watch- 1 

men, compensations J 

Rates and Government Duty 



£ 
1,752,322 

4,335,824 

2,924,204 

1,429,116 

798,773 



11,240,239 



£ 
15-51 

38-39 
26-33 

7'io 



Under which of these heads a careful inquiry by competent 
officers would lead to curtailment without diminution of efficiency, 
speed, or safety, it may be difficult to suggest ; but that a con- 
siderable proportion of the large sum of nearly 11^ millions might be 
converted into profits is not an unreasonable conjecture, when we 
examine the remarkable diversity on the percentage of working 
Expenses to Eeceipts on the different Lines. The hope is 
strengthened by the fact that Companies which have honestly and 
earnestly set to work with this object have succeeded in increasing 
their receipts at the same time that they were actually diminishing 
the cost of their traffic. It appears from a Eeport in the " Times " 
of the 10th September last that experiments, originally commenced on 
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the London and South "Western Line, were being made on the 
Lancashire Lines for the substitution of coal for coke, by a process 
capable of being adapted, at little cost, to the Engines in use. The 
experiments gave promise of success, and it was computed that the 
Cost would be reduced one-half, and that the Saving on 400 miles of 
Railway only would be equivalent to 30,000?. per annum. 

In the return so often referred to a comparison is given of the 
proportion per cent, of Expenditure to Eeceipts for each Eailway for 
1855 and 1856, by which it appears, that whilst some exceed 70 per 
cent., others fall below 40 per cent. If all the Companies there 
recorded, whose working Expenses are above the Average, viz., 47 
per cent., could, by care, vigilance, or the expedients already adopted, 
have reduced their charges to the present average, the total Savings 
upon their receipts in 1857 would have fallen not far short of half a 
million sterling, which would consequently have added that amount 
to the Dividends of the Ordinary Shareholders. 

We shall probably be told that the Managers of Companies are 
always intent, and have been for many years past, on reducing the 
expenditure to the lowest point of economy consistent with safety 
and efficiency. Tet we do find, that when pressure is brought to 
bear from without, — when the patience of Shareholders, reduced to 
extremity by diminishing Dividends, or roused by some startling 
disclosures, is turned into indignant remonstrance or keen inquiry, 
some methods are found of getting nearer to the average, and of 
converting waste into profit and recklessness into care. Whilst 
some Companies differ 30 per cent, in their Expenditure on the 
receipts from others, we shall not abandon the hope that something 
yet remains to be done, and that whatever is done under judicious 
and competent advice will better the position of the Ordinary Share- 
holders. 

V. — Increase of Traffic Receipts. 

Notwithstanding the varying circumstances of the country, and 
periods of Commercial depression, the Traffic receipts on Railways 
have made steady progress for several years. Eor 1849, 1850, 1851, 
and 1852, they fluctuated, varying on the whole Railways of the 
United Kingdom from 2,086?. to 2,220?. per mile, or from 5-91 to 
6"33 per cent, on the Capital raised ; but from 1852 to 1856 inclu- 
sive, the advance was continuous in the traffic receipts from 
Passengers and Goods combined, whilst from Goods alone the 
increase per mile rose in ea«h successive year from 990?. in 1849 to 
1,530?. in 1856. The year 1857 very nearly corresponds, under each 
head, with 1856. The total receipts in 1857 were, from Passengers, 
10,592,800?., and from Goods 13,581,811?. Total, 24,174,611?. As 
regards the Fassenger traffic, the average fares for all Classes of 
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Passengers combined have been slightly reduced from ISOd. in 1852 
to l-25d. in 1857 per mile on an average for each Passenger, and the 
average receipts per mile since 1852 have increased from 1,091?. to 
1,191Z. The principal reduction in the fare has been from first class 
Passengers, and throughout this period the average receipts per 
passenger have diminished from 20"40<?. to 17"92^., thus showing that 
an increasing number of Passengers have travelled a shorter distance 
each. The following Table shows for 1857 the total Receipts and 
the average fare per mile and per passenger for each class. 



In 1857. 


Kumler 

of 
Passengers. 


Fer Cent. 


Receipts. 


Percent. 


Average 

Fare 
per Mile 
for each 
Passenger. 


Average 
■Receipts 

per 
Passenger, 


First Class 


18,606,826 
42,106,285 

78,198,129 

37,648 


13-38 
30-38 

56-21 
•03 


£ 
3,167,468 
3,574,988 

3,637,218 
213,124 


29-90 
33-75 

34-34 
2-01 


d. 

1-97 

1-41 

•88 


d. 
35^48 


Second Class 


20^34 


Third Class and Parlia- 1 
mentary J 

Mixed, or not duly ap-i 
portioned into classes, 1 
season ticket liolders, f 
and excess fares J 


1M6 


Total 


139,008,888 


100. 


10,592,798 


100- 


1-25 


17-92 







The proportion of the number of First Class Passengers con- 
veyed to the total number has increased from 11*42 in 1849 to 13-38 
per cent, in 1857, but the Second Cla^s has decreased from 36*84< to 
30*38 per cent, whilst the Third Class has increased from 51 -52 to 
56-21 per cent, in the same period. The proportion of receipts from 
Krst Class Passengers to the total receipts has not varied much from 
year to year since 1849 ; but the Second Class has diminished in the 
same period from 40-31 to 33*75 per cent. ; whilst the Third Class 
has increased from 28-93 to 34-34 per cent. 

This evidently points out to which class of passengers the atten- 
tion of Traffic Managers ought to be directed, and how large an 
increase may be expected when still greater facilities are offered for 
travelling short distances at low fares. 

It is, however, in the Goods traffic that the greatest increase has 
been effected, and it is worthy of remark, that whilst the passenger 
receipts have increased from 6,277,892?. in 1849 to 10,592,798?. in 
1857, or 68-73 per cent., the Goods traffic has increased from 
5,528,606?. to 13,581,812?., or 145-66 per cent, in the same period. 
In 1849 the Passenger traffic was 53*17, and the Goods traffic 46*83 
per cent, of the whole, but in 1857 the proportions were more than 
reversed, the former being only 43*82 and the latter 56*18 per cent, 

TOii, xxTi. PAET II. xr 
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That an increase of nearly 1,007 ,000Z. per annum should go on con- 
tinuously for eight years affords the most favourable hopes that the 
internal commerce of "the country will still further improve aa 
facilities of conveyance are increased, whilst the addition of new 
branch lines constructed at a cheap cost, (scarcely exceeding, as 
it appears, on an average one-fourth of the Cost of the Original 
Lines), constantly opens up new districts for the interchange of 
productions and the enterprise of trade. It is no slight triumph of 
the Eailway System to record, that in the year 1857 alone, about 
139,000,000 passengers (besides Season Ticket holders) were carried 
on an average 13'2 miles each at an average cost of about l\d. per 
mile; that 25,027,927 tons of Merchandize, 46,293,984 tons of 
Minerals, and 11,047,160 Heads of Live Stock were conveyed by 
1,140,028 Goods Trains ; and besides all this, that the sum of 
1,295,420/. was paid for the carriage of parcels, and other miscella- 
neous traflBc. Ptom the Traffic Eetums of Eailways made to the 
Board of Trade and presented to both Houses of Parliament by 
command of Her Majesty, I have prepared the following interesting 
Tables (D), (E), (¥), and (Gr), showing a comparison for the years 
1856 and 1857, and deduced the average results from each class ot 
facts. 

(D). — SuMUABY of Teafpic upou all the Railways in the United 
KiMODou for the Years 1866 and 1867. 



B«snUs. 



1857. 



1856. 



Miles open at the beginning oi the year.. 
„ end of the year 



8,708 
9,095 



8,296 
8,708 



(11.) 
Namber of Passengers ; — 

First Class 

Second Class 

Third Class 

Parliamentary Class 



18,607,000 
42,166,000 
23,300,000 
54,898,000 



17,117,000 
40,666,000 
21,930,000 
49,602,000 



Total Passengers . 



138.971,000 



129,315,000 



Holders of Season and Periodical Tickets . 



(lit.) 
Passengers' luggage on which a charge is 
made : — 

In 1856 second half year only 1 
given, therefore doubled tone j 

Parcels ...No. 

Carriages „ 

Horses „ 

Dogs... u „ 



37,600 



32.400 



14,800 

8.686,000 

56,800 

234.500 

291,800 



12,500 

8,043,000 

49,500 

225.800 

267,000 
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(D.) — Gonld. — Summary of Tbafpic in the United Kingdom. 



Kesults. 


1857. 


1856. 


(IV.) 

Miles travelled by Passengers : — 

First Class 

Second Class 


... No. 


354,250,000 

559,339,000 
260,544,000 
664,018,000 


.340,927,000 
538,599,000 
265,935,000 
676,588,000 


Third Class 


Parliamentary Class 




... „ 

.... tj 
... „ 

...ions 


Total* 


1,838,151,000 


1,822,049,000 


(v.) 

Number of Passenger Trains 

Miles travelled by Passenger Trains 


1,966,000 
44,837,000 


1,824,000 
41,479,000 


(VI.) 

General Merchandize 


25,028,000 


23,824,000 


(VII.) 

Minerals. — Coal 

Other Minerals 


34,983,000 
11,311,000 


32.882,000 
8,057,000 






Total 


46,294,000 


40,939,000 




heads 

M 


(VIII.) 

Live Stock. — Cattle 

Sheep 


2,366,000 
7,090,000 
1,591,000 


2,012,000 
6,891,000 
1,548,000 


Pigs 




Totalt 


11,047,000 


10,451,000 




... No. 
... ,) 


(IX.) 

Number of Goods Trains 

Miles travelled by Goods Trains .... 


1,140,000 
38,622,000 


1,081,000 
36,539,000 



* In 1857, 26,318,000 miles non-classified, distributed in proportion to the 
second half year of 1856. 

t The " non-classified " being distributed in proportion to the quantities or 
numbers classed. 



ua 
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(E.)— Raiiway Traffic, 1856-7.— Avkraoes deduced from the preceding 

Table (D). 


Besnlts. 


1857. 


1856. 


Increase in 

Actual Amount 

orer 1856. 


(;•) 


8,902 


8,502 


Per cent. 

4-7 






First Class Pass., proportion to total number 
Second Class „ „ „ 
Third Class „ „ „ 
Parliamentary „ „ 


Per cent. 
13-4 
30-3 
16-8 
39-5 


Per cent. 
13-2 
31-5 
17- 
38-3 


8-7 
3-7 
6-25 
10-7 


™ . , ri856 .... 129,315,196-1 
^°'^' 11857 •••• 138,971,240 J" ••• 


100- 


100- 


7-5 


Average number of Passengers per mile 

Season Ticket holders, &c. per mile 


15,611 
4-23 


15,210 
3-80 


2-6 
16-2 






(II.) 
Psssengers' Luggage charged, average nam- \ 

berof tons per mile j 

Number of Parcels, per mile 


1-66 

9-76 
6-38 
26-1 
32-8 


1-40 

9-46 
5-82 
26-6 
31-5 


18-7 
8- 


1, Carriages ,, 


14-8 


„ Horses ,, 


3- 


,> Dogs „ 


9- 






(ni.) 
Average number of Miles travelled per Pas- 
senger : — 

First Class 


19- 
13-3 
11-2 
12-1 


19-9 
13-3 
121 
13-6 




Second Class 




Third Class 




Parliamentary 








Total 


13-2 


14-1 








(IV.) 

Number of Passenger ^ains 


1,965,703 
22-8 

70-7 


1,824,058 
82-7 

70-9 


7-8 


Average number of Miles travelled by eachl 
Passenger Train / 

Average number of Passengers to each' 
Passenger Train _ 


8-1 


(V.) 
General Merchandize, proportion of total, tons 
Coals 


35-1 

49- 

15-9 


36-8 
50-8 
12-4 


51 

fi '4 


Other Minerals 


40 '4 






T^f.i / 1856 .... 64,762,605 tons \ 
^°'^ 11857 ....71,321,911 „ / 


100- 


100- 


10-1 


(VI.) 

Cattle, proportion of total Live Stock, beads 
^esp » » „ „ 
■"8* »> i» >» » 


21-4 
64-2 
14-4 


19-3 
65-9 
14-8 


17-6 
2-9 
2-8 


T„f.i / 1856 ....10,450,625 heads! 
■^""^"^ 11857 ....11,047,160 „ J' 


100- 


100- 


5-7 
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(E.) — Gontd. — Averages deduced from the preceding Table (D). 



Eesults. 


1857. 


1856. 


Increase in 

Actual Amount 

over 1856. 


(VII.) 

Goods Trains 


1.140,028 

38,622,186 

33-9 

62-6 

9-7 


1,080,817 

36,538,870 

33-8 

59-9 

9-7 


Per cent. 
5-5 




5-7 


Average number of Miles travelled by each .... 
,, of tons carried by each 




„ heads of Live Stock carried by each 





(P.) — Money Results of the Trappic upon all the Railways of the 
United Kingdom for the Years 1856 and 1857 {to the nearest .£100.) 



Kesulta. 


1857. 


1856. 


Receipts from Passengers : — 

First Class 


£ 

3,167,500 

3,575,000 

899,400 

2,737,800 

205,700 

7,400 


£ 

2,992,200 

3,439,000 

861,700 


Second Class 


Third Class 


Parliamentary Class 


2,650,600 

200,700 

9,600 


Holders of Season and Periodical \ 
Tickets J 




Total Receipts from Passengers 


10,592,800 


10,153,800 


(II.) 


29,800 
585,100 

55,100 
167,400 

15,000 


32,400 


Parcels 


543,300 


Carriages 


48,300 




170,900 




13,700 






Total 


852,400 


808,600 






„ Mails 


443,000 


413,900 






Total Receipts IVom Passengers, Passen- "1 
gers' Luggage, Parcels, and Mails J 


11,888,200 


11,376,300 


(li:.) 


7,781,700 


7,685,400 






Minerals.— —Coal 


3,050,700 
936,600 


2,737,900 




848,100 






Total ...,. 


3,987,300 


3,586,000 






LiivE Stock. -^Cattle 


295,400 

159,000 

63,000 


265,600 




183,500 


Vies 


68,700 






Total 


517,400 


517,800 






Total from General Merchandize, Mine- 1 
rals, and Live Stock J 


12,286,400 


11,789,200 


(IV.) 

Total Receipts from all sources of Traffic... 


24,174,000 


23,105,500 
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{Qs.)— Railway Traffic. — Averages dedticed from the preceding Table (F), 
(Money Results). 



Results. 


t857. 


1856. 


Increase in 

ActualAmount 

over 1856. 


(<•) 
Proportion to Total Receipts : — 

First Class 


Per cent. 

30^5 

34-4 

8^7 

26^4 


Per cent. 

30-1 

34-5 

8-7 

26-7 


Per cent. 
5-9 




4-0 


Third Class 


4-4 




3-3 






„ , , ri856.... ^9,943,372 -1 
^°'*' 1.1857 .... ^610,379,675 J 


100- 


100- 


4-4 




1-9 

£ 
10,592,800 


2- 

£ 

10,153,745 


2^5 


Total, including above and Excess Pares .... 


4^3 


(n.) 
Average Fare paid by each Passenger ; — 

First Class 


•170 
•085 
•039 
•050 


•175 
-085 
-039 
-053 




Second Class 




Third Class 




Parliamentary 








All the above Classes 


•075 


-077 








Season or Periodical Ticket holders 


5-465 


6-195 


.... 


(III.) 
A verage Fare for each Passenger per Mile : — 
First Class 


-0089 
-0064 
-0035 
-0041 


•0088 
-0064 
-0032 
-0039 




Second Class 




Third Class 




Parliamentary 








All the above Classes 


-0056 


•0055 








(IV.) 

Average Receipts per Passenger Train 

,^ Mile run 


5-389 
•236 


5 •567 
•245 


.... 






(V.) 

Average Receipts per cent, of Total 
Passenger Traffic: — 


Per cent. 

89^11 

•25 

4-92 

•46 

1-41 

-13 


Percent. 

89^26 
•28 

4-78 
•42 

1^50 
•12 


Per cent. 
4-3 


B. Passencers* Lu&rsraee 


8-0 


C. Parcels 


7*7 




14-0 


E. Horses 


2-1 


F. Dogs 


9-1 






Total B. to F 


7-17 


7-10 


5-4 






G. Mails 


3-72 


3 04 


7-0 






Total Passenger r 1856 .... .£11,376,3371 
Traffic 11857 .... jeil,888,220/ 


100- 


100- 


4^5 
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(G.) — Gontd. — AvEKAGBs deduced from the preceding Table (F). 



Kesults. 


1857. 


1856. 


Increase in 

Ictual Amount 

over 1866. 


(ri.) 
Passengers' Luggage, average charge per tn. 
Parcels „ for each 
Carriages „ „ 
Horses „ ,, 
Dogs „ ,, 

(VII.) 

General Merchandize, proportion per cent. \ 

of Total Goods Traffic J 

Coals 


£ 
2^01 
■067 
■969 
•720 
•051 

Per cent. 
63^34 

^-«3|32^45 

2-41 1 

1^29> 4-21 
0-5lJ 


£ 
2-6 
•067 
•976 
•757 
•051 

Per cent. 
65^19 

"•23I30.42 

2^25) 

1-56} 4^39 
0-58J 


Per cent. 

1-2 

11^4 


Other Minerals 


10-4 


Cattle 


1V2 


Sheep 


13-4 


Pigs 


8-3 






T„, 1 r„„^= T.,«i./1856 £10,450,625 1 
Total Goods Traffic 1 jgjy ^ii,047,160 / 


lOO^ 


100^ 




(vin.) 
General Merchandize, average paid fori 

conveyance per ton J 

Coals , 

Other Minerals 


£ 

•311 

•087 
•083 
•125 
•022 
•038 


£ 

•323 

•083 
•105 
•132 
•027 
•044 




Cattle per head 




Sheep „ 

Pigs 




(IX.) 

Average Receipts for each Goods Train 

„ for each Mile run by Goods Train 


£ 

10-8 
•318 


£ 

10-9 
•323 




(X.) 

Proportion of Receipts from Passenger 
Traffic / 

Proportion of Passengers' Luggage, Par- 
cels, Carriages, Horses, and Dogs 

Prnnortion of Goods Traffic 


Per cent. 
43^82 

5'36 
50-82 


Per cent. 
43-82 

5^28 
50-89 


Per cent. 
4-5 

5^9 

4-2 






T f.i T„ffi. ri856.... je23,l 65,4931 
Total Traffic | ^g^^ i;24,l74,6Xl / 


100^ 


100- 


4.4 



The following important Table of the average -weekly Traffic on 
all the Eailways of the United Kingdom during the Seven Tears 
1852-8 is obtained from the well known railway periodical " Here- 
path's Journal." The gradual increase of the Traffic is satisfactory. 
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(H.) — Railways. — United Kingdom, 1852-8. — ^Avekage Total Traffic 
PER Mile per Week during each Month of the Seven Years, 1852i8. 
Compiled from a Table inserted in " Herepath's Railway Journal," for 
1st January, 1869, as specially prepared for that Journal by Mr, J. T, 
Haekett. 



Weeks Ended. 



'58. 



'57. 



'56. 



'55. 



'54. 



'53. 



'52. 



Jany. 2 

» 9 

„ 16 

„ 23 

,, 30 

Feby. 6 

„ 13 

„ 20 

» 27 

March 6 

,, 13 

„ 20 , 

.. 27 

Average for First Quarter „ 

April 3 

„ 10 

„ 17 

» 24 

May 1 

„ 8 

„ 15 

„ 22 

„ 29 

June 5 

„ 12 

,, 19 

., 26 

Average for Second Quarter 



£ 
45 

44 

44 

45 

45 

44 
44 
44 
45 

43 
43 
45 

47 



44 



48 
47 
48 
49 

49 
50 
49 
52 
55 

52 
51 
53 
53 



£ 

47 

46 

47 
47 

47 

46 
46 
46 
46 

48 
47 
47 
48 



47 



49 
51 
51 
52 

52 
53 
52 
53 
56 

60 
55 
58 
58 



£ 
46 

46 

47 

46 

47 

46 
44 
44 
45 

48 
47 
48 
49 



£ 
44 

44 

43 

42 

42 

41 
39 
39 
42 

45 
43 
45 
45 



£ 
38 

38 

42 

44 

44 

44 
44 
44 
45 

46 
46 
46 
47 



£ 
40 

40 

40 

41 

41 

39 
38 
37 
39 

41 
42 
43 
44 



46 



43 



44 



50 
50 
50 
54 

51 
53 
55 

54 
56 

55 
55 
57 
58 



50 
50 
51 
51 

51 
50 
50 
53 
55 

52 
52 
54 
56 



49 
51 
51 
49 

49 
60 
50 
50 
53 

55 
52 
54 
54 



40 

44 
45 
45 
45 

46 
47 
51 
50 
51 

49 
50 
51 
51 



£ 
38 

37 

36 

37 

38 

37 
37 
37 
38 

38 
38 
39 
39 



38 



40 
42 
42 
42 

42 
43 
42 
42 
44 

47 
43 
44 
46 



50 



54 



54 



52 



5' 



48 



43 
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{ll.)—Contd, — ^Average Total Traffic during ike Seven Years 1852-8. 



Weeks Ended. 



July 3 

,, 10 

,. 17 

,, 24 

„ 31 

August 7 

» 14 

„ 21 

„ 28 

Sept. 4 

„ 11 

,. 18 

„ 25 

Average for Third Quarter .. 

Octr. 2 

,. 9 

„ 16 

,. 23 

» 30 

Novr. 6 

)> 13 

., 20 

„ 27 

Deer. 4 

,. 11 

„ 18 

„ 25 

Average for Fourth Quarter 

Average for Year 
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VI. — Cessation of Competition. 

In most of the Eeports of Eailways, great or small, which have 
been recently made, and in the addresses of the Chairmen of Com- 
panies, constant allusion occurs to the injurious effects of competition 
on the receipts and profits of the various lines. What could induce 
Boards of Eailway Directors to persist in a course which can only 
end in ruin or in serious injury to the Interests of Shareholders in 
each Company it is impossible to conceive. Traffic diverted from its 
proper channel by a reduction of prices, which cannot be perma- 
nently maintained, will only flow back again when the necessities of 
the competing Companies compel them to raise the fares to the 
natural standard, at which the passengers or goods can be carried at 
a profit. 

In the mean time the Public are gaining at the expense of both 
sets of Shareholders, and probably are ungrateful enough to think 
that they are hardly treated when fair remunerative prices are again 
demanded. There seems, indeed, some reason for this opinion on 
the part of the public, for who would imagine that several public 
bodies, governed by men of the highest reputation for integritj^ 
judgment, and knowledge of business, could go on for many years 
indulging in the most expensive litigation, constructing lines which 
cannot pay when the opposition ceases, reducing the fares for the 
conveyance of goods and passengers to rates which tend to the ruin 
of each other, supporting new schemes with no object in view but to 
damage their neighbours, the one giving no facilities for traffic which 
the other might bring to their line, and all this whilst by co-operating 
in a friendly spirit there would be ample profit for each, and whilst 
capital sunk in a useless warfare might have been advantageously 
employed in developing the traffic by which each could gain. The 
public may be excused for disbelieving that such a senseless course 
could be long pursued, and for believing that the low fares to which 
they are accustomed are only what the Companies can afford with 
profit to themselves, and may justly consider they have a right to 
grumble when the fares are raised. 

The public, however, if they knew the fact of the competition, 
and of the cost at which it is carried on, would be as wrong to 
encourage it as the Shareholders are to endure it ; for when the 
opposing Companies combine and make up their differences, it must 
be with a view of making the public pay handsomely for the losses 
they have incurred. In this sense, though the prospects of Original 
Shareholders are greatly improved by the Eesolutions passed at the 
Meeting of the Directors and Eepresentatives of EaUway Companies, 
held at the Buston Hotel on 9th September last, 1858, it bodes but 
little good to the Commercial or travelling part of the Community, 
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One of the most prominent resolutions was, that the whole of the 
Eailway Companies should unite to fix such rates and fares as -vrill 
realise the largest amount of net profits, and though the phrase is 
added " with due regard to the interests of the public," it is very- 
questionable what is the meaning to be attached thereto. What the 
Managers of Kailway Companies may consider the Interests of the 
public, and what the public themselves may understand by the word, 
may be widely difierent. But if the phrase be fairly interpreted in 
favour of the community, the other Eesolutions agreed to, (though it 
appears with different degrees of harmony) will, if they can be carried 
out, alter most materially the condition of Shareholders in British 
Eailways, and convert what has hitherto been a property of doubtful 
and ruinous character into one of the most safe and improving 
Investments in the Kingdom. The purport of the other resolutions 
was, that if two or more Companies differ as to rates the question 
should be referred to arbitration, — that if there are two or more 
routes between two points, the rates, fares, and charges should be 
equal, — that all differences should be settled by arbitration, instead 
of the costly process of law, or the still more ruinous process of 
competition, — that powers should be sought from Parliament to 
enable two or more Railways to settle all disputes by arbitration ; 
and finally a Committee was appointed to prepare a Bill, with power 
to add to their number, and to appoint an Executive Sub-Committee. 
The Chairman, who was also the Chairman of the North-Eastern 
Eailway, and who was awarded Jihe thanks of the meeting for 
originating, and for the energy and ability with which he had pro- 
moted the objects of the Meeting, stated that he had received 
Assents to the Eesolutions of a previous Meeting, held 10th August 
last, from 18 Companies, representing 1501. Millions of Capital. 
The principal purport of the Eesolutions was, that the rates and 
fares of the several Eailways of the Kingdom should be so fixed as 
to realise the largest amount of net profits to the Companies entitled 
to them. 

We should have been better pleased if the Eesolutions had also 
given some pledge as to the reduction of the percentage of working 
expenses — as to arranging the times of arrival and departure of 
trains on different lines in concert with each other, so as to facilitate, 
instead of to interrupt, the continuous conveyance of passengers 
and goods throughout the whole of the United Kingdom ; and what 
is of equal importance, that the Tribunal suggested should comprise 
some representatives on the part of the Public, so that they might 
not be wholly bound hand and foot and delivered over to be treated 
as captive by such a powerful Institution as (it has not been inaptly 
called by the " Times ") the " Eepublic of Eailways." Still some 
of these good effects may flow from the cessation of competition. 
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Kailway Managers must be amenable in some degree to public 
opinion, and they will find their interest wiU always be to carry as 
large a number, at as great a rate of speed, and with as much safety 
and comfort as possible. 

VII. — Conclusion. 

These are some of the principal suggestions to improve the 
condition of the Railway Shareholder, or indications that a change 
has already commenced in his favour. The subject is too vast to be 
fully treated of iu so small a compass as the limit of this Paper. 
Some of the evils, though recognized, can never be remedied, such as 
the large capital wasted in the first construction, the opposition of 
Landowners, by which the legislative expenses were so increased, the 
ignorance of the Owners of property, who foolishly imagined they 
were going to be ruined instead of greatly enhancing the value 
of their Estates, the partiality of Parliament, by which Lines were 
granted where they were not wanted, and refused where the natural 
course of the Traffic would have brought in large profits, or the 
recklessness of the Companies themselves, who have laid down Hues 
to damage each other, which will have to be abandoned, or worked 
at a loss when the districts come to be divided by agreement. All 
these will be a dead weight upon the original Capital for ever. 
Mr. Stephenson computed that no less than 14Z. Millions have been 
spent in Law proceedings, but what the cost of the other burdens 
alluded to may be, it is impossible accurately to ascertain. 

Yet for all this, if the Loan, Preference, and Ordinary Share 
Capital be considered as One Interest, the results, though falling far 
short of the expectations entertained, give no occasion to despair 
of the future. A net profit of 12,812,544?. in 1857 on a Capital 
paid up of 314,989,826^ (Share and Loan) yields 4*067 per cent., 
and is a fair vantage ground for further progress. "With a dimi- 
nution in the rate of interest when the Debenture and Preference 
Share Capital is better understood under improved management, 
with a revision and reduction in some of the various sources of 
Expenditure, with constantly augmenting Traffic receipts, with a 
cessation of the fatal and senseless competition which has so long 
prevailed, with a tribunal for arbitration, which will save both legal 
expenses and the reckless opposition of the Companies amongst each 
other, with more regard to the convenience of the public in the 
arrangement of the trains, and with more attention to the comfort 
of third class Passengers, who are at present treated in a manner as 
disgraceful to Eailway Directors, as the patience with which it is 
borne is creditable to the class of the community who travel thereby, 
and with some sjstem to check the construction of unnecessary 
Lines, and to develop the commerce of districts by Officials 



1859.] On the Financial Prospects of British JRailways. 295 

thoroughly versed in the resources they afford — there can be no 
reason for Eailway Shareholders to give way to despondency, but 
rather to look with pride and satisfaction on a branch of com- 
mercial enterprise, the Capital embarked in which falls little short 
of 400Z. Millions Sterling, and of which the net profits on the 
amount paid up exceeded last year half the Interest upon the 
permanent National Debt. 



Appekdix. 

Comparative Financial Results of High and Low Railway Fares. 

I avail myself with pleasure of the following important statement 
from "Herepath's Eailway Journal," of 1st January, 1859: — 

"The charge made by the largest American Railway Corporation (the New 
York Central) for travelling, is two cents per mile for a First class passenger, and 
one cent for a Second class. 

" Compare this with our charges. We charge pence for cents, the one coin 
being about double the value of the other. Indeed our charges are more tlian 
double; for last year the average charge of all the railways in England was 
2'01 pence per passenger per mile first class, and X-^Xd. second class. 

" Which fare pays better? In America the low fare yields 8 per cent, dividend; 
in England, the high one produces less than 5 per cent. This dividend result, 
however, it may be remarked, arises principally from the great difference in the 
capital cost of railways in the two countries. There is, however, evidence that in 
every place where it has been tried the moderate fare, as a general rule, is superior 
to the high fare as a means of producing profit, and enabling the traffic to increase. 
Thus in England (alone, not the United Kingdom), in 1852, the first class fare was 
iiXXd. per passenger per mile, and the amount of first class traffic per mile 3V9/., 
while in 1857 the first class fare was reduced to 2'Olrf., and the amount of first 
class traffic per mile became increased to 416^.; but how was it with respect to the 
second class English traffic, the fare of which, in tlie two periods, remained about 
the same, having been in 1852, X-^d., and in 1857, 1*41(?.? The answer is, that 
the amount of traffic kept about the same as the fare. There was no sensible 
increase in the amount of English second class traffic. In 1852 it was 471/. per 
mile ; in 1857, 4762. In Scotland we find the same results. There the first class 
fare was lowered, and the amount of money obtained from it was increased, while 
in the same country the second class fare was raised, and the second class amount 
of traffic receipts became less. In that country, in 1852, the second class fare was 
X'hXd.; in 1857, it was raised to l*55d.; and the second class traffic in 1852 per 
mile, amounted to 177/., while in 1857 it fell to 146/. per mile. Go we to Ireland, 
we find the same thing there also. In Ireland the first class fare was raised, and 
the first class traffic in amount remained about stationary, and so also with the 
second class traffic of that country ; the first class fare was 1'72(/. in 1852, amoant 
of traffic per mile 150/., while in 1857 1'81</. was the fare, and the amount 
of traffic 154/. The second class Irish fare was, in 1852, X-Sld., amount of second 
class traffic, 245/.; in 1857, 1*35(/. was the fare, and 234/. the amount of traffic. 
Ttiere is hardly an exception to the rule that a high fare produces a low amount 
of traffic, and stunts its growth, while a low or moderate fare collects a larger 
amount of traffic, and fosters increase. One of the best paying English railways 
charges the lowest fare, a fare even much lower than the American, and yet it is a 
dear line. The fact is, if a low fare will act as a great attraction for passenger 
traffic, it cannot fail to be highly profitable ; even ^d. per passenger per mile is 
largely profitable, provided the passengers be considerable in number. Hence it is 
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that the English railway before alluded to — the North London — though charging 
the lowest fare — as low as \d. first class — works at as low a cost in proportion to 
its traffic receipts as most English railways. The whole expenses of a passenger 
train capable of carrying 300 passengers cannot be more than 2s. per mile. Say 
that it carries 150 passengers at \d. average fare, and we have a receipt of Ss. 3d. 
per train per mile, which will yield the handsome profit of 4s. Zd. per train per mile; 
or, say net, 3s. 6(J. 

" In the United Kingdom it is the third class or cTieap going traffic that has 
increased so much. In 1852 the railway receipts from passengers averaged 1,074Z. 
per mile; in ISSV, 1,167?., being an increase of 93Z. per mile per annum, but 
of this 93Z. increase, as much as 72?. was derived from third class passengers. The 
third class produced in 1852, 337?. per mile; in 1857, 409?. — increase 72?. This is 
an important fact bearing on the question of high or low fares. Of the three 
classes of traffic in this wealthy country — the first, the second, and the third — tlie 
third or poor class yields the largest return. The aggregate passenger receipt 
of 1,167?. in 1857 was made up by 356?. from first class passengers, 402?. from 
second class, and 409?. from the third. In 1852 the third class produced a less 
receipt than the first. The great mass of the population consists of poor people 
who cannot afford to pay high fares. The number being greater, there is a larger 
scope for increase in the third class department. But in the other classes, the rate 
of fare has evidently also an influence oa the amount of traffic. 

" It is likewise a significant fact, that since 1852 the dividends of British rail- 
ways have increased greatly. In 1852 they averaged 2'40 per cent.; in 1853, 3'05; 
in 1854, 3'39; in 1855, 3-12; in 1856, 3-40; and in 1857, 3-60. 1857's dividends 
were exactly 50 per cent, more than 1852's. 

" It would be absurd to adopt in any country one railway fare and that a very 
low one. The classification of traffic, as in this country, is requisite and excellent. 
And it might be absurd to reduce the high fares charged to some places. As a 
general rule, however, it is correct to infer that moderate fares produce most 
revenue." 



